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(57) ABSTRACT

When ignition is retarded in an internal combustion engine,
an engine misfire detection system calculates a difference
between combustion-time engine torque produced when
combustion takes place in the engine, and expansion torque
corresponding to non-combustion-time engine torque pro-
duced when the engine rotates without causing combustion,
at intervals of a predetermined crank angle, calculates a shift
amount with which a total value of the differences within a
misfire determination period is maximized, and shifts the
misfire determination period by the shift amount.
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1
MISFIRE DETECTION SYSTEM OF
INTERNAL COMBUSTION ENGINE

INCORPORATION BY REFERENCE

The disclosure of Japanese Patent Application No. 2013-
115471 filed on May 31, 2013 including the specification,
drawings and abstract is incorporated herein by reference in
its entirety.

BACKGROUND OF THE INVENTION

1. Field of the Invention

The invention relates to an engine misfire detection system
for use in a hybrid vehicle including a spark ignition type
internal combustion engine having a plurality of cylinders,
and a motor-generator.

2. Description of Related Art

As a misfire detection system of an internal combustion
engine installed on a hybrid vehicle, a system as described in
Japanese Patent Application Publication No. 2006-266253
(JP 2006-266253 A) is known. In order to accurately deter-
mine the presence or absence of misfire even in the case where
the ignition timing of the engine is retarded, the system of JP
2006-266253 A sequentially computes fluctuations in the
engine speed at the time of ignition in each cylinder, and
determines misfire by comparing the engine speed between
the first rotation and the second rotation. Other related-art
documents related to this invention include Japanese Patent
Application Publication No. 2007-30710 (JP 2007-30710 A)
and Japanese Patent Application Publication No. 2009-
174397 (JP 2009-174397 A).

Generally, as the number of cylinders of the internal com-
bustion engine is larger, the interval of combustion between
the cylinders becomes shorter. Therefore, as the number of
cylinders increases, combustion overlapping is more likely to
occur, namely, torque produced by combustion in a certain
cylinder is more likely to overlap torque produced by com-
bustion in a cylinder that reaches the ignition timing next.
Further, if the ignition timing is retarded, the combustion
timing is delayed, and therefore, the influence of the combus-
tion overlapping expands. Due to the influence of the com-
bustion overlapping, it becomes difficult to determine which
one of the cylinders undergoes fluctuations in the engine
speed when misfire is determined, as in the system of JP
2006-266253; therefore, the determination accuracy may
deteriorate.

SUMMARY OF THE INVENTION

The invention provides a misfire detection system of an
internal combustion engine installed on a hybrid vehicle,
which system curbs deterioration of the accuracy in determi-
nation of misfire when ignition is retarded in the engine.

An engine misfire detection system according to one aspect
of the invention is used in a hybrid vehicle including a spark
ignition type internal combustion engine having a plurality of
cylinders, and a motor-generator. The engine misfire detec-
tion system includes a misfire determining portion that deter-
mines misfire of the internal combustion engine for each of
the cylinders, by evaluating combustion-time engine torque
produced when combustion takes place in the internal com-
bustion engine, within a misfire determination period that is
set to a predetermined range of crank angle, a torque differ-
ence calculating portion that calculates a difference between
the combustion-time engine torque, and a non-combustion-
time engine torque produced when the internal combustion

10

25

35

40

45

50

55

2

engine rotates without causing combustion, at intervals of a
predetermined crank angle, and a shifting portion that shifts
the misfire determination period in a direction to increase a
total value of the differences calculated by the torque differ-
ence calculating portion within the misfire determination
period, when ignition is retarded in the internal combustion
engine.

The combustion-time engine torque produced when com-
bustion takes place in the internal combustion engine is a
combination of expansion torque produced when air com-
pressed in the cylinder elastically expands, and combustion
torque produced from combustion energy. Since the combus-
tion torque is not produced when the engine rotates without
causing combustion, e.g., during motoring, the non-combus-
tion-time torque corresponds to the expansion torque.
Accordingly, the combustion torque is obtained by calculat-
ing a difference between the combustion-time engine torque
and the non-combustion-time engine torque. If the ignition
timing is retarded in the engine, a point in time at which the
combustion torque reaches its peak is delayed relative to a
point in time at which the non-combustion-time engine
torque reaches its peak. Further, the combustion-time engine
torque is reduced due to retardation of the ignition timing.
Therefore, if the starting point of the misfire determination
period is fixed for each cylinder, combustion overlapping
occurs, namely, combustion torque of a certain cylinder is
partially included in the misfire determination period of a
cylinder of which the ignition timing comes next, and the
influence of the combustion overlapping becomes larger than
that in the case where the ignition timing is not retarded.
Accordingly, when the ignition timing is retarded, the com-
bustion-time engine torque in the misfire determination
period may be inaccurately evaluated, and the accuracy in
determination of misfire may deteriorate.

The misfire detection system according to the above aspect
of'the invention shifts the misfire determination period in the
direction to increase the total value of the differences between
the combustion-time engine torque and the non-combustion-
time engine torque calculated at intervals of the predeter-
mined crank angle, within the misfire determination period.
Namely, the starting point of the misfire determination period
is moved while the same length of the misfire determination
period is maintained. Since the difference between the com-
bustion-time engine torque and the non-combustion-time
engine torque corresponds to the combustion torque, a greater
portion of the combustion torque is included in the misfire
determination period and the influence of the combustion
overlapping is reduced as the total value of the differences in
the misfire determination period is larger. With the misfire
determination period thus shifted in the direction to increase
the total value, the combustion torque produced in each cyl-
inder can fall within the misfire determination period as much
as possible, and the influence on the next misfire determina-
tion period can be reduced. Thus, the combustion-time engine
torque in the misfire determination period is evaluated with
improved accuracy, and the accuracy in determination of
misfire is less likely or unlikely to deteriorate. In this connec-
tion, increasing the total value means increasing the total
value from the total value of the differences in the misfire
determination period having the starting point before shifting.

The engine misfire detection system according to the above
aspect of the invention may further include a non-combus-
tion-time engine torque obtaining portion that obtains and
stores the non-combustion-time engine torque at intervals of
the predetermined crank angle, during a period in which fuel
cut is performed in the internal combustion engine, and the
torque difference calculating portion may calculate a differ-
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ence between the combustion-time engine torque and the
non-combustion-time engine torque stored in the non-com-
bustion-time engine torque obtaining portion, at intervals of
the predetermined crank angle. With this arrangement, it is
possible to obtain the non-combustion-time engine torque in
view of individual differences and chronological changes of
the internal combustion engine, as compared with the case
where the difference is calculated using non-combustion-
time engine torque obtained from a map that is created in
advance by simulation or experiment using an actual
machine, for example. Thus, the difference is calculated in
accordance with the actual conditions, resulting in improve-
ment in the accuracy in determination of misfire.

In the engine misfire detection system as described above,
the non-combustion-time engine torque obtaining portion
may obtain the non-combustion-time engine torque by calcu-
lation based on an angular acceleration and a moment of
inertia of the internal combustion engine, and an angular
acceleration and a moment of inertia of the motor-generator.
Since the moments of inertia of the internal combustion
engine and the motor-generator are known physical quanti-
ties, the non-combustion-time engine torque can be obtained
at intervals of the predetermined crank angle by obtaining the
angular accelerations of the engine and the motor-generator,
which vary according to the crank angle.

With the misfire detection system configured according to
the above aspect of the invention, the misfire determination
period is shifted in the direction to increase the total value of
the differences between the combustion-time engine torque
and the non-combustion-time engine torque calculated at
intervals of the predetermined crank angles, within the mis-
fire determination period. Therefore, the combustion torque
produced in each cylinder falls within the misfire determina-
tion period as much as possible, and the influence of the
combustion torque on the next misfire determination period
can be reduced. Accordingly, the combustion-time engine
torque in the misfire determination period is evaluated with
improved accuracy, and the accuracy in determining the pres-
ence or absence of misfire is less likely or unlikely to dete-
riorate.

BRIEF DESCRIPTION OF THE DRAWINGS

Features, advantages, and technical and industrial signifi-
cance of exemplary embodiments of the invention will be
described below with reference to the accompanying draw-
ings, in which like numerals denote like elements, and
wherein:

FIG. 1 is a view showing the overall configuration of a
hybrid vehicle in which a misfire detection system according
to one embodiment of the invention is used;

FIG. 2 is a view showing engine torques of respective
cylinders, which are superimposed on one another, when the
ignition timing is advanced;

FIG. 3 is a view showing the sum of engine torques of
respective cylinders of FIG. 2;

FIG. 4 is a view showing engine torques of respective
cylinders, which are superimposed on one another, when the
ignition timing is retarded;

FIG. 5 is a view useful for explaining a method of shifting
a misfire determination period;

FIG. 6 is a flowchart illustrating one example of control
routine according to a first embodiment of the invention; and

FIG. 7 is a flowchart illustrating one example of control
routine according to a second embodiment of the invention.

DETAILED DESCRIPTION OF EMBODIMENTS

(First Embodiment) As shown in FIG. 1, a vehicle 1 is
configured as a hybrid vehicle having a combination of two or
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more power sources. The vehicle 1 includes an internal com-
bustion engine 3 and two motor-generators 4, 5 as power
sources for running the vehicle. The internal combustion
engine 3 is configured as a V-type, six-cylinder, spark ignition
engine having six cylinders 2. Cylinder numbers #1-#6 are
assigned to the respective cylinders 2, such that odd-number
cylinder numbers #1, #3, #5 are assigned to the cylinders 2
mounted in one bank B1, and even-number cylinder numbers
#2, #4, #6 are assigned to the cylinders 2 mounted in the other
bank B2. Inthis case, the order of ignition in the engine 3 is set
to #1, #2, #3, #4, #5, #6. Since the engine 3 has six cylinders,
the ignition interval of the cylinders 2 is 120° by crank angle.
In the following, when the crank angle or its magnitude is
indicated by a numeral value, the numeral value is followed
by “° CA” that means crank angle.

The internal combustion engine 3 and the first motor-gen-
erator 4 are coupled to a power split device 6. The first
motor-generator 4 has a stator 4a and a rotor 4b. The stator 4a
is fixed to a case 10. The first motor-generator 4 functions as
a generator that generates electric power when receiving
power of the engine 3 which is distributed by the power split
device 6, and also functions as an electric motor that is driven
with AC power. Similarly, a second motor-generator 5 has a
stator 5a fixed to the case 10, and a rotor 54, and functions as
an electric motor and a generator. The first motor-generator 4
corresponds to the motor-generator according to the inven-
tion.

The power split device 6 is configured as a single-pinion-
type planetary gear mechanism. The power split device 6 has
asun gear S in the form of an external gear, aring gear R inthe
form of an internal gear disposed coaxially with the sun gear
S, and a planetary carrier C that holds a pinion P that meshes
with these gears S, R such that the pinion P can rotate about
itself and about the axis of the device 6. Engine torque gen-
erated by the engine 3 is transmitted to the planetary carrier C
of the power split device 6, via a torsional damper 17.

The rotor 45 of the first motor-generator 4 is coupled to the
sun gear S of the power split device 6. Torque generated from
the power splitdevice 6 via the ring gear R is transmitted to an
output gear 20. The torque generated from the output gear 20
is transmitted to driving wheels (not shown) via various trans-
mission mechanisms.

Each part of the vehicle 1 is controlled by an electronic
control unit (ECU) 30 configured as a computer. The ECU 30
performs various controls on the engine 3, motor-generator 4,
5, and so forth. The ECU 30 receives various types of infor-
mation concerning the vehicle 1. For example, the ECU 30
receives an output signal of a first resolver 31 that outputs a
signal corresponding to the rotational angle of the first motor-
generator 4, an output signal of a second resolver 32 that
outputs a signal corresponding to the rotational angle of the
second motor-generator 5, an output signal of an accelerator
pedal position sensor 33 that outputs a signal corresponding
to the amount of depression of an accelerator pedal 34, an
output signal of a vehicle speed sensor 35 that outputs a signal
corresponding to the vehicle speed of the vehicle 1, and an
output signal of a crank angle sensor 36 that outputs a signal
corresponding to the crank angle of the engine 3.

The ECU 30 calculates required driving force requested by
the driver, referring to the output signal of the accelerator
pedal position sensor 33 and the output signal of the vehicle
speed sensor 35, and controls the vehicle 1 while selecting
one of various operating modes so as to provide the optimum
system efficiency for the required driving force. For example,
in a low-load region in which the thermal efficiency of the
engine 3 is reduced, combustion is stopped in the engine 3,
and the vehicle 1 is operated in an EV mode in which the
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second motor-generator 5 is driven. When torque generated
solely by the engine 3 is insufficient, the vehicle 1 is operated
in a hybrid mode in which the second motor-generator 5 as
well as the engine 3 is used as a driving source for running the
vehicle 1.

The ECU 30 also functions as a misfire detection system
that determines the presence or absence of misfire for each
cylinder 2 in the engine 3. This embodiment is characterized
by a misfire determining process performed when ignition is
retarded in the engine 3. Before explaining the characteristics
of'this embodiment, various basic matters regarding the mis-
fire determining process will be explained referring to FIG. 2
through FIG. 4. FIG. 2 shows engine torque produced when
ignition is advanced in the engine 3. In FIG. 2, engine torques
generated from the respective cylinders 2 are illustrated such
that they are superimposed on one another. FIG. 3 shows a
waveform produced when the engine torques of the respective
cylinders 2 as shown in FIG. 2 are combined together. As
described above, the ignition interval between the cylinders 2
of'the engine 3 is set to 120° CA. As shown in FIGS. 2 and 3,
where the length of a misfire determination period A in which
misfire is determined is 120° CA, and the starting points a of
the misfire determination periods A provided for the respec-
tive cylinders 2 are set to 0° CA, 120° CA, 240° CA, 360° CA,
480° CA, and 600° CA, most of the engine torque of each
cylinder 2 is covered by the corresponding misfire determi-
nation period A even if combustion in one cylinder overlaps
combustion in another cylinder, when ignition is advanced in
the engine 3. Furthermore, a difference between engine
torque at normal times and engine torque at the time of misfire
is larger when ignition is advanced, as compared with the time
when ignition is retarded. Therefore, when ignition is
advanced as shown in FIG. 2 and FIG. 3, it is possible to
determine misfire with sufficiently high accuracy, by evalu-
ating engine torque in the misfire determination period A,
even if some combustion overlapping takes place.

On the other hand, when ignition is retarded in the engine
3, as shown in FIG. 4, occurrence of combustion torque is
delayed due to retardation of ignition, and engine torque itself
is reduced; therefore, an influence of combustion overlapping
indicated by a hatched area in FIG. 4 is increased. Therefore,
if the misfire determination period A and the starting point a
for each cylinder are set as shown in FIG. 4, in the same
manner as that in the case where ignition is advanced as
shown in FIG. 2 and FIG. 3, the engine torque in the misfire
determination period A is not accurately evaluated, and mis-
fire is determined with reduced accuracy.

As shown in FIG. 5, combustion-time engine torque Te
produced when combustion occurs in the engine 3 consists of
expansion torque Tel produced when air compressed in the
cylinder 2 elastically expands, and combustion torque Te2
produced from combustion energy. When misfire occurs, the
combustion torque Te2 is not produced, and only the expan-
sion torque Tel is generated as the combustion-time engine
torque Te. Therefore, if the presence or absence of the com-
bustion torque Te2 can be accurately evaluated, the accuracy
in determination of misfire is enhanced. Accordingly, it is
possible to evaluate engine torque with a reduced influence of
combustion overlapping, by setting the misfire determination
period A so that the combustion torque Te2 falls within the
period A as much as possible. Since the combustion torque
Te2 corresponds to a difference between the combustion-time
engine torque Te and the expansion torque Tel, it is possible
to accurately determine the presence or absence of the com-
bustion torque Te2, or the presence or absence of misfire, by
setting a period that covers a hatched region in FIG. 5 to the
largest extent as the misfire determination period A. Thus, in
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the misfire determination process of this embodiment, a dif-
ference between the combustion-time engine torque Te and
the expansion torque Tel is calculated for each given crank
angle, and a shift amount §§ by which the misfire determina-
tion period A is shifted is calculated so that the total value of
the differences for the respective crank angles in the misfire
determination period A is maximized. Then, the misfire deter-
mination period A is shifted by the shift amount . In this
manner, the combustion torque Te2 produced in each cylinder
2 falls within the misfire determination period A as much as
possible, and the influence of the combustion torque Te2 on
the next misfire determination period A is reduced; therefore,
the accuracy in determination of misfire is less likely or
unlikely to deteriorate.

To implement the above-described control, the ECU 30
executes a control routine of FIG. 6. A program of the control
routine of FIG. 6, which is stored in the ECU 30, is read at
appropriate times and repeatedly executed at given intervals.
In step S1, the ECU 30 determines whether the engine speed
Ne of the engine 3 is equal to or higher than a reference value
Nea based on which it is determined whether combustion
takes place in the engine 3. For example, the reference value
Neais setto 400 rpm. The engine speed Ne is calculated based
on the output signal of the crank angle sensor 36. Ifthe engine
speed Ne is equal to or higher than the reference value Nea,
the ECU 30 proceeds to step S2. If the engine speed Ne is
lower than the reference value Nea, the ECU 30 skips the
following steps, and finishes this cycle of the routine. In step
S2, the ECU 30 determines whether the engine 3 is under fuel
cut control in which no combustion takes place in the engine
3. If'the fuel cut is not performed, and combustion takes place
in the engine 3, the ECU 30 proceeds to step S3. If the fuel cut
is performed, the ECU 30 skips the following steps, and
finishes this cycle of the routine.

In step S3, the ECU 30 increments a determination period
counter C1. The determination period counter C1 is a param-
eter that specifies the cylinder 2 on which a misfire determi-
nation is to be made. By referring to the value of this counter
C1, it is possible to specify which one of the six cylinders 2 is
an object of misfire determination. This makes it possible to
determine misfire for each cylinder 2. In step S4, the ECU 30
determines whether the ignition timing of the engine 3 is later
than a predetermined criterion, namely, whether the ignition
timing is retarded relative to the criterion. The criterion is set
to, for example, 5° CA before the top dead center, or BTDC 5°
CA. When the ignition timing is not retarded from the crite-
rion, the ECU 30 proceeds to step S5. When the ignition
timing is retarded from the criterion, the ECU 30 proceeds to
step S6.

Instep S5, the ECU 30 calculates each-cylinder torque Tex.
The each-cylinder torque Tex is the average value of combus-
tion-time engine torque Te in the misfire determination period
A (see FIG. 2 and F1G. 3). While the method of calculating the
average value is not limited to any particular method, the ECU
30 specifies the misfire determination period A corresponding
to the cylinder 2 as an object of misfire determination, by
referring to the determination period counter C1. Then, the
ECU 30 obtains a plurality of calculation values (samples) of
the combustion-time engine torque Te in the specified misfire
determination period A, and obtains the arithmetic average of
the samples. The number and interval of the calculation val-
ues of the combustion-time engine torque Te are set to appro-
priate values. In this embodiment, a total of 120 samples of
combustion-time engine torque Te are obtained at intervals of
1° CA within the range of 120° CA as measured from the top
dead center of the cylinder 2 as an object of misfire determi-
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nation. The combustion-time engine torque Te in the misfire
determination period A is calculated according to the follow-
ing equation (1).

Te=Ie*dwe+(1+p)/p*(Ig*dwg-Tg) (€8]

In the above equation, Ie is the moment of inertia of the
engine 3, dwe is the angular acceleration of the engine 3, Ig is
the moment of inertia of the first motor-generator 4, dwg is the
angular acceleration of the first motor-generator 4, Tg is
torque reaction force of the first motor-generator 4, and p is
the planetary gear ratio of the power split device 6.

In the above equation (1), the moments of inertia Ie, Ig, and
the planetary gear ratio p are known constants of physical
quantities, respectively. The remaining parameters are calcu-
lated by the ECU 30. The ECU 30 calculates the angular
acceleration dwe of the engine 3, based on the output signal of
the crank angle sensor 36, and calculates the angular accel-
eration dwg of the first motor-generator 4, based on the output
signal of the first resolver 31. The torque reaction force Tg is
always grasped by the ECU 30 as a control parameter of the
first motor-generator 4; therefore, the torque reaction force
Tg grasped by the ECU 30 is used. The ECU 30 calculates the
each-cylinder torque Tex in the misfire determination period
A by obtaining the average value of the plurality of samples of
the combustion-time engine torque Te calculated according to
the above equation (1).

On the other hand, when the ignition timing is retarded, the
ECU 30 calculates the combustion-time engine torque Te at
intervals of a given crank angle, e.g., 30° CA, in step S6. This
calculation is conducted according to the above method using
the above equation (1). The range of calculation of the com-
bustion-time engine torque Te, which is specified by crank
angle, may be set as appropriate. In this embodiment, the
combustion-time engine torque Te is calculated within the
calculation range from 120° CA before the top dead center of
the cylinder 2 as an object of misfire determination, to 120°
CA after the top dead center.

In step S7, the ECU 30 obtains expansion torque Tel as
non-combustion-time torque. The ECU 30 obtains the expan-
sion torque Tel by reading the expansion torque Tel corre-
sponding to the same crank angle as that of the combustion-
time engine torque Te calculated in step S6, referring to a map
(not shown) that defines correspondence between the expan-
sion torque Tel and the crank angle, which map is stored in
advance in the ECU 30. The correspondence between the
expansion torque Tel and the crank angle is investigated in
advance by an investigation method, e.g., by experiment or
simulation, and this map is created based on the result of
investigation. In step S8, the ECU 30 calculates a difference
between the combustion-time engine torque Te and the
expansion torque Tel at intervals of the same crank angle as
that used in step S6.

In step S9, the ECU 30 calculates the shift amount {3 of the
misfire determination period A. The shift amount f is calcu-
lated by the method as described above referring to FIG. 5.
Namely, the ECU 30 shifts the misfire determination period A
from the starting point a (see FIG. 4) before shifting, while
keeping the length of the misfire determination period A
constant, and obtains a total value of the above-described
respective differences included in the misfire determination
period A thus shifted. Then, the ECU 30 calculates the shift
amount {3, by searching for the shift amount § with which the
total value is maximized.

In step S10, the ECU 30 shifts the misfire determination
period A by the shift amount § calculated in step S9. In step
S11, the ECU 30 calculates the each-cylinder torque Tex in
the misfire determination period A thus shifted in step S10.
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The method of calculating the each-cylinder torque Tex is the
same as the calculation method of step S5.

In step S12, the ECU 30 determines whether the each-
cylinder torque Tex, which is calculated in step S5 or step
S11, is smaller than misfire determination torque Texa. The
misfire determination torque Texa is set to the upper limit of
a torque range in which it can be assumed that misfire has
occurred. Accordingly, when the each-cylinder torque Tex is
smaller than the misfire determination torque Texa, it can be
assumed that misfire has occurred. When the each-cylinder
torque Tex is smaller than the misfire determination torque
Texa, the ECU 30 proceeds to step S13. When the each-
cylinder torque Tex is equal to or larger than the misfire
determination torque Texa, the ECU 30 skips step S13, and
proceeds to step S14.

In step S13, the ECU 30 increments a misfire counter C2
for counting the number of times or frequency of occurrence
of misfire. In step S14, the ECU 30 determines whether the
value of the misfire counter C2 is equal to or larger than a
predetermined threshold value. Misfire may incidentally
occur for some reason. Therefore, the threshold value N is set
so as to distinguish misfire that occurs incidentally, from
misfire caused by engine malfunction. If the value of the
misfire counter C2 is equal to or larger than the threshold
value N, the control proceeds to step S15. If the value of the
misfire counter C2 is smaller than the threshold value N, the
ECU 30 finishes this cycle of the routine. In step S15, the ECU
30 determines that the engine is in a misfire condition in
which misfire has occurred due to engine malfunction. When
the ECU 30 determines that the engine is in the misfire con-
dition, it turns on an alarm lamp (not shown).

According to the control routine of FIG. 6, the misfire
determination period A is shifted by the shift amount {3, so that
the combustion torque Te2 produced in each cylinder 2 falls
within the misfire determination period A as much as pos-
sible, as described above. As a result, the influence of the
combustion torque Te2 on the next misfire determination
period A is reduced, and the misfire determination accuracy is
less likely or unlikely to deteriorate. The ECU 30 may func-
tions as a misfire determining portion according to the first
embodiment of the invention when executing step S5 or step
S11 and step S12 of FIG. 6, and may function as a torque
difference calculating portion according to the first embodi-
ment of the invention when executing step S8 of F1G. 6. Also,
the ECU 30 may function as a shifting portion according to
the first embodiment of the invention when executing step S9
and step S10 of FIG. 6.

(Second Embodiment) Next, a second embodiment of the
invention will be described with reference to FIG. 7. Since the
second embodiment is similar to the first embodiment except
for the control content, FIG. 1 is to be referred to for the
physical arrangement of the second embodiment. The control
of the second embodiment is carried out in combination with
the control routine of FIG. 6. In the first embodiment, the
expansion torque Tel as non-combustion-time engine torque
is calculated based on the map created in advance by experi-
ment, or the like, and stored in the ECU 30, in step S7 of FIG.
6. In the second embodiment, the expansion torque Tel is
calculated during running of the vehicle 1, instead of using
the map, and the misfire determination process is performed
using database in which the expansion torque Tel is orga-
nized by each crank angle. Namely, the ECU 30 calculates the
expansion torque Tel based on the database, when executing
step S7 of FIG. 6.

A program of a control routine of FIG. 7 is stored in the
ECU 30, and repeatedly executed at given intervals. In step
S21, the ECU 30 determines whether the engine speed Ne is
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larger than a reference value Nel. The reference value Nel is
set to a value, e.g., 600 rpm, based on which it is determined
whether the engine speed Ne is sufficiently high. If the engine
speed Ne is higher than the reference value Nel, the control
proceeds to step S22. If the engine speed Ne is equal to or
lower than the reference value Nel, the ECU 30 returns to
step S21. In step S22, the ECU 30 determines whether the
engine 3 is under fuel cut control, and proceeds to step S23
when the engine 3 is under fuel cut control. If not, the ECU 30
returns to step S21. In step S23, the ECU 30 determines
whether rotation fluctuation of the engine 3 is equal to or
smaller than a specified value, so as to assure sufficient accu-
racy of calculation results. The rotation fluctuation is calcu-
lated based on the output signal of the crank angle sensor 36,
and corresponds to a change in the engine speed Ne per given
time. If the rotation fluctuation of the engine 3 is equal to or
smaller than the specified value, the ECU 30 proceeds to step
S24. If the rotation fluctuation of the engine 3 exceeds the
specified value, the ECU 30 returns to step S21.

If affirmative decisions are made in all of step S21 to step
S23, the ECU 30 calculates the expansion torque Tel at the
current crank angle in step S24. The calculation of the expan-
sion torque Tel is performed using the above-indicated equa-
tion (1) in a manner similar to the manner of calculation of the
combustion-time engine torque Te as described above. Since
the moments of inertia of the engine 3 and the first motor-
generator 4 are known constants of physical quantities, as
described above, the ECU 30 can obtain the expansion torque
Tel for each given crank angle, by obtaining the angular
accelerations of the engine 3 and the first motor-generator 4
by calculation. In step S25, the ECU 30 stores the calculation
result of step S24 in association with the crank angle.

In step S26, the ECU 30 determines whether the number of
calculation results (the number of pieces of stored data) of the
expansion torque Tel corresponding to the crank angle at the
time of calculation of step S24 is equal to or larger than N. N
is the number of samples used for calculating the average
value of the expansion torques Tel for each of predetermined
crank angles, and is set to an appropriate value. If the number
of pieces of stored data is equal to or larger than N, the ECU
30 proceeds to step S27. If the number of pieces of stored data
is smaller than N, the ECU 30 returns to step S21.

In step S27, the ECU 30 calculates the average value of the
expansion torques Tel corresponding to the crank angle for
which the number of pieces of stored data reaches N, and
stores the average value as the expansion torque Tel for the
crank angle, so as to create database. In step S28, the ECU 30
determines whether the average values of the expansion
torques Tel for all of the predetermined crank angles are
stored, namely, whether the database is completed. If the
database is completed, the ECU 30 proceeds to step S29. If
not, the ECU 30 skips step S29, and finishes this cycle of the
routine. In step S29, the ECU 30 sets a calculation permission
flag for determining whether it is possible to execute step S6
to step S11 of FIG. 6. When the control routine of FIG. 6 is
executed in the second embodiment, step S6 to step S11 are
executed under a condition that the calculation permission
flag is set. When executing step S7 of FIG. 6, the ECU 30
obtains the expansion torque Tel, referring to the database
created by the control routine of FIG. 7.

According to the control routine of FIG. 7, it is possible to
obtain the expansion torque Tel in view of individual differ-
ences and chronological changes of the internal combustion
engine 3, as compared with the case where the expansion
torque Tel is obtained using the map created in advance as in
the first embodiment, and a difference between the combus-
tion-time engine torque Te and the expansion torque Tel is
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calculated. Thus, the difference can be calculated according
to the actual conditions, thus assuring improved accuracy in
determination of misfire. In this connection, the database
created according to the control routine of FIG. 7 may be
updated when a condition for updating is satisfied, for
example, when an accumulated value of the operating time of
the engine 3 as measured from completion of the database
exceeds a predetermined value, or an elapsed time from
completion of the database exceeds a predetermined value.
By updating the database in this manner, it is possible to
provide database that appropriately reflects chronological
changes of the engine 3. The ECU 30 functions as non-
combustion-time engine torque obtaining portion according
to the invention, when executing the control routine of FIG. 7.

The invention is not limited to the above-described
embodiments, but may be carried out in various forms within
the scope of the principle of the invention. The misfire detec-
tion system of the invention is not limitedly applied to the
hybrid vehicle as shown in FIG. 1. For example, the invention
may be applied to a hybrid vehicle in which one motor-
generator is directly coupled to an internal combustion
engine.

In each of the above-described embodiments, as shown in
FIG. 5, the shift amount  is calculated by obtaining the total
value of differences between the combustion-time engine
torque Te and the expansion torque Tel included in the misfire
determination period A while shifting the misfire determina-
tion period A from the starting point a before shifting while
keeping the same length of the misfire determination period
A, and searching for the shift amount f§ with which the total
value is maximized. However, calculating the shift amount 3
with which the total value of the differences is maximized is
a mere example. If the misfire determination period A can be
shifted in a direction in which the total value of the differences
increases, the misfire determination accuracy is less likely or
unlikely to deteriorate as compared with the case where the
starting point a is fixed. Accordingly, the invention may be
carried out by calculating a shift amount with which the total
value of the differences becomes 70% to 90% of the maxi-
mum value, for example, and shifting the misfire determina-
tion period based on the shift amount.

In each of the above-described embodiments, misfire is
determined by calculating each-cylinder torque as the aver-
age value of combustion-time engine torque within the mis-
fire determination period, and comparing the each-cylinder
torque with the misfire determination torque. However, this
method of determining misfire is a mere example of the
method of determining misfire by evaluating combustion-
time engine torque within the misfire determination period.
For example, it is possible to determine misfire by calculating
a difference between the minimum value and the maximum
value ofthe combustion-time engine torque within the misfire
determination period, and determining misfire by comparing
the difference with a criterial value.

While the influence of the combustion overlapping is large
when the internal combustion engine has five or more cylin-
ders, the invention is not limitedly applied to internal com-
bustion engines having five or more cylinders. The invention
may be applied to any internal combustion engine provided
that ithas two or more cylinders. In this case, too, the accuracy
in determination of misfire is expected to be improved.

What is claimed is:

1. An engine misfire detection system for use in a hybrid
vehicle including a spark ignition type internal combustion
engine having a plurality of cylinders, and a motor-generator,
comprising:
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amisfire determining portion that determines misfire of the
internal combustion engine for each of the cylinders, by
evaluating combustion-time engine torque produced
when combustion takes place in the internal combustion
engine, within a misfire determination period that is set
to a predetermined range of crank angle;

a torque difference calculating portion that calculates a
difference between the combustion-time engine torque,
and a non-combustion-time engine torque produced
when the internal combustion engine rotates without
causing combustion, at intervals of a predetermined
crank angle; and

a shifting portion that shifts the misfire determination
period in a direction to increase a total value of the
differences calculated by the torque difference calculat-
ing portion within the misfire determination period,
when ignition is retarded in the internal combustion
engine.

2. The engine misfire detection system according to claim

1, further comprising:
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a non-combustion-time engine torque obtaining portion

that obtains and stores the non-combustion-time engine
torque at intervals of the predetermined crank angle,
during a period in which fuel cut is performed in the
internal combustion engine,

wherein the torque difference calculating portion calcu-

lates a difference between the combustion-time engine
torque and the non-combustion-time engine torque
stored in the non-combustion-time engine torque obtain-
ing portion, at intervals of the predetermined crank
angle.

3. The engine misfire detection system according to claim
2, wherein the non-combustion-time engine torque obtaining

15 portion obtains the non-combustion-time engine torque by

calculation based on an angular acceleration and a moment of
inertia of the internal combustion engine, and an angular
acceleration and a moment of inertia of the motor-generator.

#* #* #* #* #*



